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Dear Mr. Bentley, 


All important bolts or pins, shanks of hooks lifting or 
shanks of supporting links, must have spherical or other provision 
for swivel seatings, so that there is no fear of out of centre loading 
causing combined tension and bending, such as may occur if the load 
could get to the outer edgeof the nut, in which case our estimate is 
that the maximum skin stress at the bottom of the thread is 9 times 
greater than if the stress were uniform over the section - i.e. free 
from eccentric loading or bending. 


Omission of this precaution may result in unaccountable 
failure. (See sketch below. ) 


Yours faithfully, 
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This side when not” 
required to swivel, 
also requires seating 
washer to be diamete; 
rally free... ° ee 


This side when _ 
required to swivell 


Casehardened seating .- “77 
washer diametrally free, 


This ball race should fit 
stem closely but not 
tightly. 


° 1924) 
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THE HISTORY OF ROLLS-ROYCE 20HP 


LADY HOLDEN’S COUPE 


Chassis No: GCK 10. Engine No: G1517. Works Erection No: 1423 


The chassis was ordered by 
Motors Ltd., Flinders St, Adelaide 
on 20.8.1925 for Mr. H.J. Holden of 
Holden’s Motor Body Builders 
Ltd. The chassis was on_ test 
4.12.1925 and was shipped aboard 
the S.S. Osterley to Adelaide on 
23.1.1926. The chassis price of 
£1,144.12.0d was paid on 8.2.1926. 
The 3-year guarantee No. 1575 was 
issued on 10.6.1926. 

The chassis price consisted of 
the following: 


£ ‘sid 
Dunlop Steel Artillery 
Wheels & 1 spare T1520 
One extra spare wheel 6.15.0 
Two spare 32 x 4% Dunlop 
straight sided tyres 22.10.0 
R-R Mascot 3.10.0 
A.T. Speedometer 
including Tripmeter 9.9.0 
Lucas Lighting set (black) —13.10.0 
Luggage grid and 2 side 
wheel carriers 15:15:60 
Smiths Clock 4.15.0 
Spinney Ventilator 
Mechanism 1.0.0 
One set dash buffers and 
bolts 4.6 
Front wheel brakes 85.0.0 
Chassis 1100.0.0 
Less 15% 
Navy blue saloon coachwork 
was constructed by  Holdens, 


although the springing had been 
ordered and set up for tourer 
coachwork. 

The car was a gift from Mr. 
Holden to his wife who had had a 
very bad stroke six years earlier 
and who with great courage and 
perseverance had regained use of 
her limbs. Mr. Holden died in 
March 1926 before the saloon was 
completed. 

The car was used for shopping 
expeditions until his wife died. 


COVER: Even some three years 
before his death, Sir Henry Royce, 
who never visited the factory after his 
collapse from overwork in 1910, 
continued to insist on the attention to 
detail which ensured the reputation 
of the marque. 


By Bob Clarke 


Their son, Sir Edward Holden took 
over the saloon. The body was 
removed and the present coupe 
body was built by Holdens in 1929. 

| am indebted to Dame Nancy 
Buttfield, Sir Edward Holden's 
daughter for the following:- 


“| have personally driven it on 


many occasions — perhaps most 
significantly when | towed our 
1898 Oldsmobile Tiller model 


through the streets of Adelaide — 
caused much mirth to the by- 
standers. 


| will never forget the face of 
horror on our English chauffeur 
when he had the bonnet up exam- 
ining some fault and my husband 
came along and said ‘‘It needs a 
rebore.” The disgruntled chauf- 
feur politely gasped ‘‘Oh, not on a 
Rolls, Sir, — never.’’ 

| cannot obtain any records 
from Motors Ltd, —now sold to 
Mr. Bill Hayes and is a finance 
company. Apparently he has many 
old records stored in the garage 
but with no indexing to turn up 
what you require. 

I've spoken to many closely 
associated people but cannot 
really get authentic information. 
Mr. King Stuart, who as a young 
man supervised the construction 
of the present body has given me 
the most. The component parts 


were built in aluminium and then 
hand hammered into shape. It 
took six months to complete, 
having also to put on American 
style window reveals — made _ in 
10 guage aluminium and rivetted 
on at the end of proceedings. It 
was painted dark maroon red and 
the luggage box at the back was 
copied from one that Sir James 
Holden had made for himself and 
whose design my father pinched 
without permission! 

At the time of construction 
there was an efficiency drive being 
conducted. The Rolls job number 
was 999. When my father asked for 
the final cost he was told £3450 
when at that time a Chevrolet 
body cost £42. 

| can’t remember when it was 
sold but my father had a series of 
Humber Snipes after the Rolls. It 
would have been about 1936 | feel 
sure. It was sold by my mother for 
£500. Enclosed is the ony snapshot 
I can find.” 

The coupe was registered in Vic- 
toria) on 30th April 1936 by Mr. 
Hugh Crawford, a motor dealer at 
493 Elizabeth St, Melbourne. It 
was painted brown and given the 
registration number 245-416. 

Mr. Clifford Cotter of Elwood 
bought it five days later on 5.5.36. 
The car dealer at 493 Elizabeth St 
had the car back again on 23.1.37 


(Repossessed or traded?) On 
26.1.37 Mrs. J.£E. Cook bought it. 
Mr. Edward Wilmoth of South 
Yarra acquired it on 8.2.49. Thence 
another car dealer, Ron Disney of 
Hampton who sold it to Mr. J.S. 
Muir on 13.4.50. Mr. D.M. Black- 
shaw bought it on 11.2.52 followed 
by Mrs. Blanche Gilbury — of 
Carrum on 12.10.53. 

The front and rear suspension, 
and steering were overhauled, 
brakes relined and brake drums 
made, clutch relined, engine over- 
hauled with 0.025 inch oversize 
pistons fitted. The price of 
pistons, gudgeon pins and rings 
despatched from Rolls-Royce on 
27th May 1960 was £23.11.6d. 
Incorrect ‘L section’ piston rings 
were sent and the replacement 
rings were sent with the following 
covering letter: ‘‘We hasten to 
apologise for this mistake on the 
part of our Stores and we are 
pleased to inform you that 12 rec- 
tangular rings have been posted to 
you today, free of charge. Regard- 
ing the extra 12 rings in your pos- 
session, we suggest you keep 
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“—_. the only snapshot I can find.” 


these for use at some later date.” 
How Rolls-Royce legends are 


made! There is a somewhat- 
different attitude from Appleby 
and Rippon. 


The late Barry Bayliss bought the 
car on 27.5.69 for $1750 and 
painted it maroon but this was 
unsuccessful as it turned out pink, 


so he had it repainted in 1971 in 
GMH ‘‘Fernando Yellow.” 
| bought the car from Barry 


Bayliss on 16.11.72 after six 
months of negotiation. My 
interest in Rolls-Royce was 
kindled by Laurie Stewart in 1971 
who owned 20HP GH32. 

BOB CLARKE 


C—sshasaD) 


LETTERS TO 
THE EDITOR 


BREAKDOWNS — POOR 
MAINTENANCE? 
Sir, 

As usual | eagerly read news of 
the Shepparton rally. Praeclarum 
is one of the few contacts we in the 
outback have with the outside 
world. 

Reading Barry Sparks’ article 
provoked memories of rallies | 
have attended and others which | 
missed and read about. Through- 
out runs the same sad theme — 
minor breakdowns by magnificent 
machines. 

Why? 

In most cases the breakdowns 
could have been prevented by that 
attention to detail of which we are 
so proud. 

For about 15 years | ran an R- 
Type and sold it at around 250,000 
miles. Despite a six mile long farm 
road with real horror stretches and 
a 45 mile drive each way to work, 


this car, when sold, drove like a 
brand new car. It outlived a 
number of lesser vehicles because 
of its excellent engineering and 
because minor maintenance items 
were carried out religiously — 
drain petrol tank, check float 
levels, inspect wheel cylinders 
ete. ete. 


To my_ everlasting embarrass- 
ment my one calamity — a major 
diff overhaul arose through my 
own carelessness. | assumed that 
the oil (slight) around the pinion 
seal indicated a slightly overfilled 
diff (the seal was new). Alas, a two 
minute check would have shown a 
near empty diff with the slight 
weep coming from the last drop 
the pinion could throw out. 


Let us then hear no more of such 
foolishness and follow to the letter 
our deceptively simple —hand- 
books and devise even stricter 
maintenance schedules so _ that 
no-one ever sees our bonnets 
raised in anger. 


JOHN NEVELL 
Mudgee. 2850. 


DEPOT SHEETS 


The re-type of Bert Ward’s 
Depot sheets is well on the way 
thanks to the untiring efforts of 
Sheila Maddern of Canberra. The 
issue however is now awaiting the 
tracing of a number of illus- 
trations. 

The patience of customers is 
appreciated. 

BILL COBURN 


FOR SALE 


1937 Rolls-Royce 25/30 limousine 
(chassis No. GUN 9), Hooper all- 
aluminium body, navy blue to 
waist, black above and black mud- 
guards, with original paintwork. 
Only 78,000 miles and in excellent 
original condition. Excellent tyres. 
Registered and insured. L.E.W. 
Renfrey, 40 Pennington Terrace, 
North Adelaide, S.A. 5000. Tel: 08- 
267 2597. 


700 


THE BODY OF A SPIRIT 


(by courtesy of London Press Service and the British High Commission) 


The Pressed Steel Company, 
Britain’s most experienced builder 
of unitary car structures — has 
been making Rolls-Royce bodies 
since the introduction of the Silver 
Dawn in 1949. 

The relationship between the 
two companies was unaffected by 
subsequent changes of ownership 
of the body maker. In one of these 
changes, Pressed Steel merged 
with the British Motor Corp- 
oration (BMC) and all the body- 
making operations of the two 


companies were brought under 
one management known — as 
Pressed Steel Fisher (PSF). Later, 


with the merger of BMC and Ley- 
land, PSF became a division of the 
new British Leyland (BL) company 
and is now an integral part of BL 
Cars. 

For the earlier unitary  Rolls- 
Royce cars, PSF was brought into 
the Crewe factory when each was 
in the clay model stage. Conse- 


Welding operations on the Rolls-Royce body assem 


we 


quently, the senior design and 
production engineers were able to 
examine the body and discuss 
changes that would facilitate, or 
cheapen, manufacture before any 
prototypes were built. 

However, because the Silver 
Spirit's basic structure was to be 
derived from that of the Shadow, 
R-R had already made the first 
prototypes (establishing the more 
modern appearance and a better 
ratio of interior space to internal 
dimensions) before it approached 
PSF. 


Impact Strength 

Close study of those prototypes 
led the PSF team to propose a 
number of changes to the exterior 


shape and_ styling to suit _ its 
production techniques. Some of 
the proposals were agreed by 


Rolls-Royce but in a few instances 
it felt strongly enough not to 


bly line at Pressed Steel Fisher. 


compromise, so PSF had to 
change its methods. 

The next stage was a detailed 
structural analysis by the body 
firm’s research and development 
department. Involving computer- 
aided design tools this analysis 
had to take account of the need for 
the body to withstand the higher- 
speed frontal-impact tests envis- 
aged in the USA — long a major 
market for Rolls-Royce — and 
elsewhere. 


Critical Task 

While the structural engineer- 
ing was under way, the PSF draw- 
ing office began one of the most 
critical tasks — putting down the 
“skin lines’’ of the body with the 
utmost precision. 

In parallel, work started on what 
could be called the production 
concept. This had many facets, 


among them that of deciding 
where best to split the panels and 
make joints, having regard to the 


various constructional con- 
straints. 
Also falling within the prod- 


uction concept was deciding the 
assembly sequence for the body 
shell and scheduling the shop- 
floor equipment — fixtures and 
so on —that would be needed. 
Throughout this phase, regular 
meetings were held with the R-R 
engineers to discuss progress and 
resolve the inevitable problems. 


Short and Long Wheelbase 


When the stage of designing 
and making the tooling was 
reached, PSF had to cater for a 
major departure that Rolls-Royce 
wanted to make from previous 
practice. For the preceding 
model, only a limited number of 
long-wheelbase cars were built, 
the coachbuilder taking the stan- 
dard body and extending it in a 
predetermined manner. This 
time, though, PSF was required to 
produce two lengths of body on 
the line, normally in a 70/30 short/ 
long proportioning but with the 
ability to vary it according to 
demand. 

This hitherto unfaced  require- 
ment was hardly likely to be wel- 
comed with open arms by the 


A long wheelbase body from PS Pati 
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production engineers, but PSF did 
some clever innovating to meet it. 
The company developed = a 
divided-tooling system for prod- 
ucing the wheelbase-related 
items. The tools were mounted on 
slides so that the change could be 
made from one position to the 
other within the process cycle 
time, thus avoiding any loss of 
production in changing — the 
wheelbase. 


Pre-Production Batch 

The manufacturing facility was 
set up at Pressed Steel Fisher's 
plant at Cowley, Oxford, about 
170 km south of Crewe. Its work- 
ing conditions meet the highest 
European standards in respect of 
lighting and air purification. On 
the shop floor there is a perm- 
anent force of R-R_ inspectors, 
charged with the rigorous 
enforcement of all aspects of the 
company’s very high standards of 
quality. 

After being built, every body is 
checked on a_ specially made 
machine in which _ electronic 


measuring equipment prints out 
the accuracy of 38 
dimensions. 

Following usual practice, a pre- 
production batch of 25 cars was 
put in hand before the tooling-up 
was completed. This 


critical 


method 


em 


helps to iron out any problems in 
the manufacturing processes and 
it also gives the development 
engineers complete vehicles, 
rather than components and 
assemblies, for evaluation while 
there is still some scope for 
modification. 


Computer-Aided Design 

An indication of the magnitude 
of the building task is that over 700 
panels have to be united to form 
the body shell, involving around 
9500 spot-welds — all made in the 
correct order. A minor comp- 
lication stemmed from Rolls- 
Royce’s specification of a greater 
usage of galvanised steel in areas 
prone to corrosion than in any 
other bodies produced by PSF. 
The zinc coating can be damaged 
by deep forming which therefore 
had to be avoided at the design 
stage; and as the coating is 
destroyed locally by spot-welding, 
it has to be made good at all the 
relevant joints by painting these 
with a zinc-rich primer on the 
finish line. 

Despite the considerably better 
protection against frontal and side 
impacts, the body as it leaves PSF 
is in fact no heavier than that of the 
Silver Shadow —a_ worthwhile 
achievement in these — energy- 
conscious times. 


he Governor of South Australia’s new Silver Spur, seen here in the 


grounds of Government House with proud Head Chauffeur, Mr Stephen Carson (Photograph 
courtesy of Advertiser Newspapers Ltd, Adelaide). 


OF SOUTH 
AUSTRALIAN 
BENTLEYS 
AND OTHERS 


John Bull's splendid drawing of 
Frank Hannan’s Phantom I! chassis 
No. 26MY on page 664 aroused 
some interest in Clem Ryan _ of 
Springfield S.A. John writes that 
Clem recalls that the late Tom 
(later Sir) Barr Smith still owned it 
during the war, although it was 
commandeered by the Army and 
Clem used to travel in it with 
Brigadier (later Sir) Tom  Eastick 
and Keith (also later Sir) Angas, 
who used to drive it. 

Meanwhile Frank Hannan, who 
has recently applied to join the 
Club, unearthed these pictures of 
a superb Bentley parked outside 
Hannan Bros. at 124 Angas St, 
Adelaide, (presumably in the late 
20’s or early 30’s, since Hannan 
Bros moved to Franklin Street in 
1935). The car had apparently ony 
recently been imported since it 
was still sporting UK number 
plates. 


* 
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John writes that Bentley expert 
Ed Harris of Hazelwood Park has 
identified the car as one owned 
and imported by the late Mick 
Young, a_ well-known — sporting 
gentleman who owned a number 
of other exotic sports cars. The car 
is now owned by Owen Burke of 
Sydney. It is chassis number 
FR2640 and the handsome coupe 
coachwork is by Gurney Nutting. 
Its guarantee is dated 27th July 
1929. It is shewn in light coloured 
paintwork on page 59 of Johnnie 
Green's ‘Bentley: Fifty Years of 
the Marque”’. Ed Harris has up-to- 
date photographs of it and it is 
now dark blue. 


On page 627 we published a 
photograph of a Bentley Mk VI and 
asked who built the body. John 
has been delving into the RREC 
Bulletin of July 1952 and found the 
same photograph of the Rippon- 


bodied sports saloon with the 
caption, ‘‘Outside | Woodsome 
Hall; an old Elizabethan manor 
about six miles south of Hudders- 
field’. | Huddersfield, | Yorkshire 
was, of course, the home of 
Rippon Bros. 


John also sent us a couple of 
letters on Ted Ward’s Phantom II 
HC31 which we featured on page 
457. They are reprinted here 
courtesy of MOTOR SPORT. 
Readers will note that our London 
Honorary Member also has an 
interest. 


Supercharged 
Rolls-Royce 


Sir, 

| am gathering the early history 
of the 1925 Rolls-Royce Phantom I, 
chassis 31HC, supercharged by 
Amherst Villiers for Captain Kruse. 
Amherst Villiers himself has given 
extensive information but | would 
appreciate any further memories 
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of this car, perhaps by former per- 
sonnel of the Bentley-McKenzie 
Garage and Fleet Motor Company 
both of which worked on the car 
before the war. It has not been 
possible to ascertain the  regis- 
tration number, from any source, 
the car having gone to Australia 
where it is currently being re- 
stored, just before or after the 
war. The supercharger was 
removed by Villiers in the thirties. 
A James Young body replaced the 
Barker body at much the same 
time. 

The car has been documented 
in MOTOR SPORT for July 1939 
page 200 and by Eoin Young in 
Autocar for May 26th 1979. Any 
recollections or photographs 
would be appreciated. 

T.C. CLARKE 
London SW10 


Sir, 

Perhaps | may ask the use of 
your columns to answer Mr. T.C. 
Clarke’s letter under the above 
heading in your May issue; the 
matter is perhaps of some small 
general interest. 


| saw, and had quite a long chat 
with, the chauffeur in charge of 
this splendid vehicle. 

The venue of our confrontation 
was the quayside of one of the 
English Channel ports. | was, | 
suppose, about 12, which would 
put the event in the year it was 
built. The thing which stood out to 
a Car-conscious and Autocar 
reading schoolboy was a_ large 
metal chamber standing on the 
near-side running board, louvred 
and closed with bonnet-type clips. 

On enquiry, | was told that the 
box contained the Amherst Villiers 
supercharger, driven by its own 
“72 h.p. motor’. Further enquiry 
elucidated that the main engine 
could be run without the super- 
charger, but the normal drill was 
to start up the auxiliary engine 
first. Looking at the matter with 
hindsight, | suppose the blower 
blew through the — carburetter, 
which could also be normally 
aspirated. To my sorrow we had to 


board ship before this mighty 
powerhouse was run up. 
GERALD RUSTON 


Malta 


Where are they now? This picture captioned ‘Bentleys at “Birksgate’’ near Adelaide’ was taken in 1956 
(Courtesy of the RREC Bulletin). 


A talk with 

S. H. Grylls, CBE, MA 
late Chief Engineer of 
Rolls-Royce Motors Ltd. 


Following mention by the 
Federal Secretary of Harry 
Grylls in the last issue, it is 
opportune to print this ac- 
count of a conversation 
with him by the Editor of 
Motor Sport. 


ONE MONDAY morning | last 
month, when it was more like 
winter than spring and snow 
blocked the road from Penybont 
to Walton and the route from 
Leominster to Worcester had only 
just been re-opened by snow- 
ploughs, | drove to Worcester- 
shire to talk to Mr. S. H. Grylls, 
who before his retirement was 
Chief Engineer to the Rolls-Royce 
Motor-Car Division and respon- 
sible for the design breakthrough 
from Silver Cloud to _ Silver 
Shadow, the first monocoque- 
construction car Rolls-Royce had 
produced. | used my ‘‘poor man’s 
Silver Shadow”, in other words, a 
Rover 3500A. Well, at least it has a 
light-alloy push-rod o.h.v. V8 
engine, Borg-Warner automatic- 
transmission, even Triplex 10/20 
safety glass in its windscreen, and 
it is  quiet-running and well- 
mannered. ... 

The last time | had interviewed, 
Mr. Grylls was early in 1965, when | 
was in Crewe seeing how the 


Silver Cloud Ill was made. | 
remember that | asked him some 
pertinent questions about the 


Silver Cloud, which seemed to me 
rather out-dated mechanically. He 
parried my criticisms very skilfully 
and what | did not know, and he 
could not tell then tell me, was 
that most of them had been met in 
the new Silver Shadow  Rolls- 
Royce, for which this quiet and 
modest Cornishman had been 
responsible but which at the time 
was still on the secret list. Later | 
attended the car’s preview (in a 
Ford) and was immediately and 
lastingly impressed by the very 
fine and advanced nature of its 
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engineering, which Mr. Grylls, its 
designer, explained to the as- 
sembled Pressmen. 

After he had retired | heard that 
that Mr. Grylls had bought a 
Volkswagen Beetle. | was in- 
trigued, because | had been a 
great Beetle fanatic in the mid- 
1950s and for the  ex-Chief 
Engineer of Rolls-Royce Motors to 
have one seemed a_ splendid 
compliment to the VW. At the time 
| did not know whether this was 
just an opportune purchase, or 
Mr. Grylls’ choice. So when we 
met last month | was delighted to 
learn that he still has this 1968 VW, 
which is on its original Michelin 
tyres. Mr. Grylls explained that he 
had admired the Beetle’s engin- 
eering and when he and his wife 
went for a holiday to Ireland and 
tried to hire a Ford Escort (in which 
he was also interested) they could 
not get one but were issued with a 
Beetle. During a 2,000-mile drive 
round Ireland, this confirmed all 
he had expected of the car and on 
his return home he bought a new 
one. He finds it an excellent 
vehicle, the most reliable he has 
had, with spares readily available 
when needed. He also likes it for 
its excellent traction, due to the 
rear engine close to the driven 
wheels, on mud or snow. Mrs. 
Grylls has had two Triumphs for 
the same reason (front engine, 
driving the front wheels) and her 
present car is an Austin Maxi, for 
the same reason. It lives up to 
requirements but transmits too 
much road and other noises. 

Turning to Rolls-Royce matters, 
Mr. Grylls went straight from 
Cambridge to Derby in 1927. He 
took over from Stuart Trasilian, 
who had been transferred to the 
Aero-Engine Division of  Rolls- 
Royce Ltd., and worked under 
Lord Hives and W. A. Robotham, 
Sir Henry Royce not then being at 
Derby, of course, Gryll’s first car 
had been the inevitable Austin 7, 
bought for him by his parents as 
soon as he was old enough to have 
a driving licence. This was 
changed in due course for an 


Aston Martin International. He 
had been brought up among 
motor-cars, because his parents 


owned a Singer Ten, an Austin 12/ 
4, a 3-litre Bentley, a 4%%-litre 
Invicta, and one of the first 20/25 
Rolls-Royces, and when they went 
to the South of France to live in 
1913 they continued their motor- 


ing with Hotchkiss and Citroen 
Cars. 

Mr. Grylls recalled that when he 
first worked at Rolls-Royce in 1926, 
“the only way to get an engineer- 
ing Degree’, the Works Manager 
was Athur Wormald, of whom 
everyone seemed terrified! His 
first job was to cure vibration in 
the current Rolls-Royce engines, 
from crankshafts and other com- 
ponents, to enable them to run at 
higher r.p.m. When it was 
decided, without any opposition 
from the R-R Board of Directors, to 
design an entirely new Rolls- 
Royce model, the Silver Shadow, 
Mr. Grylls said that he had learned 
from the difficulties they had ex- 
perienced with the V12 Phantom 
Ill] not to change everything at 
once! Integral body and_ chassis 
construction was used because 
the Silver Cloud was deemed too 
high. ‘‘We wanted to get closer to 
the ground.” They also wanted to 
reduce the transmission of road 
noise into the car, but there were 
still plenty of problems to solve. 
The trailing-arm independent rear 
suspension was based on that of 
the current small Renault, as this 
was seen to take up very little 
body-space. The power braking 
and hydraulic suspension were of 
Citroen concept, made under lic- 
ence after being materially modi- 
fied, and later Citroen were glad to 
learn from Rolls-Royce when dev- 
eloping the system. This i.r.s. and 
the new disc brakes had been 
tested on Mk. VI and S1 Bentleys. 
The Silver Shadow took about six 
years to perfect, before it went 
into production. The need for a 
very low noise level was some- 
thing of a headache, especially as 
at the speeds of which the car was 
capable — steel-braced __radial-ply 
tyres had eventually to be used, 
although they had sound-tran- 
smitting factors of about twice that 
of cross-ply tyres and of a lower 
frequency. 

Mr. Grylls was conscious that 
American cars were still exceed- 
ingly quiet, largely because, at the 
time of the Shadow’s develop- 
ment, many of them were still 
using a separate chassis frame. He 
remembers the Nash Ambassador 
as one of the quietest of them all, 
because it fed road noise away 
from the interior by having 
splayed-out springs with the top 
anchorage up into the mud- 
guards, an arrangement for which 


there was no spare space on the 
Silver Shadow. 

| asked Mr. Grylls whether he 
thought some of the legendary 
test-equipment at Crewe rather 
primitive. He confessed _ that, 
except for long-duration engine 
testing when noise must be sup- 
pressed, he disliked enclosed test- 
benches, with the observer out- 
side a glass panel, preferring to be 
close to the power-unit on test and 
able to listen to it. But he said the 
now very ancient  ‘’Bump- 
Machine’, on which Rolls-Royce 
have tested their back-axles from 
Silver Ghost days, is the only one 
of its kind and as they know just 
how fast to run it and how big the 
bump-cams should be, it is_ still 
very useful. He also made the 
point that he believes Rolls-Royce 
to be well ahead in the electronics 
field. The — prototype Silver 
Shadows were tested exhaustively 
on the Continent, like previous 
Rolls-Royce new models. | 
enquired if any precautions had 
been taken to disguise the 
Shadow at that time. ‘Not to any 
great extent’, replied Mr. Grylls, 
“we just wrote ‘Park Ward’ prom- 
inently on it and hoped everyone 
would think it was just a big coach- 
built saloon.” 

Going back to earlier days at 
Rolls-Royce at Derby, Mr. Grylls 
has recently written about the 
advent of the 3%-litre Bentley 
“Silent Sports Car’’ for the R-REC 
Magazine and it is not may _ in- 
tention to poach on its preserves. 
However, | like to think that what 
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others do today MOTOR SPORT 
has done previously, sometimes 
years before. 

And if you refer to the issue of 
November, 1963, page 900, you 
will find a summary of a Paper 
which Mr. Grylls delivered to the 
Automobile Division of the IME, 
on experimental R-R engines, 
which contains much about the 
way Rolls-Royce developed their 
new sports-car. 

Before the push-rod 20/25 h.p. 
R-R engine was adapted for the 


sports model, a twin-cam 
“Goshawk’’ engine had been 
tried, around 1922. ‘“‘Only two 


such engines had been built’, Mr. 
Grylls told me, and they used the 
one that had been lying derelict in 
the test-house. “It took a day to 
adjust its tappets’’, and was never 
a very serious contender. | asked 
why Royce had used a twin-cam 
configuration for this one engine 
but it was well before Mr. Grylls’ 
time at Derby. 

He did remark, however, that 
the first Rolls-Royce Twenty was a 
crib of the Essex, ‘which had 
copied the RR radiator!’’ Its secret 
code name was “India”, or 
“China” for the first i.o.e. engine 
on which a scaled-down Phantom 
Il cylinder head was tried. Those 
were in the days when, as Mr. 
Grylls recalled from memory, each 
radiator for the big Royces had 
9,600 separate tubes brazed in by 
hand, and when much time was 
spent trying to scrape-in bearings 
that weren't round to mate with 
crankshafts that were. 


! remarked on how generally 
reliable a complex automatic 
transmission is, the sort of gear- 
box which Rolls-Royce have used 
exclusively for a long time. Mr. 
Grylls agreed, saying that whereas 
they could destroy a PII bottom 
gear in four hours under severe 
test conditions, he never had any 
bother with an automatic box in 
this respect, as every part was built 


around the big-diameter  input- 
shaft. 
As to the future, Mr. Grylls 


agreed with me that it would be 
nice to see a return to a more 
compact Rolls-Royce, as com- 
panion for the Silver Spirit, but he 
felt that the famous radiator shape 
must never be discarded, even if it 
may one day get very small, be in- 
clinded, or whatever. | asked him 
about future developments. He 
thinks that if leaded petrol is for- 
bidden inlet valves will suffer, “as 
they like a little lead to lubricate 
them.’’ After Rolls-Royce had 
made Continental light —aero- 
engines exactly to that Company’s 
drawings, trouble was  exper- 
ienced with the inlet valves 
breaking, until it was realised that 
these engines were intended to 
burn leaded fuel. ‘In fact’, said 
Mr. Grylls, ‘| use 3-star petrol in 
my VW Beetle instead of the 2-star 
it will run on, in order to ensure 
that its inlet valves receive some 
lead.” 


(Reprinted courtesy of MOTOR 
SPORT). 


Puzzle Corner 


Fred Miller-Robertson enquired of 
the nature of this apparatus. 
Answers to the Editor. 


A Happy and Prosperous New 


Year to all our readers. 


John M. Fasal 


PEARLS OF THE EAST 


During the early years of this century no Indian palace was complete without a Rolls or two. 


R olls-Royce in India is a subject that has been on my mind since a 
‘A. visit to that fascinating country some fourteen years ago — a time 
when the stables of the former ruling Princes included earlier examples 
of the marque along with the Bentleys, Hispano-Suizas, Lanchesters and 
a host of other famous makes. 

Although the Rolls-Royce Company had produced cars since 
1905, it was not until 1908 that a six-cylinder 40/50 h.p. 
model christened ‘Pearl of the East’ won first prize at the 
Bombay Motor Show for appearance and success- 
fully completed the 620 miles Reliability Trials 
over six mountain passes (the Ghats), between 
Bombay and Kolhapur. This car had been 
entered by a private owner, Frank Norbury, 
a retired Manchester printer with business 
connections in India. In winning its class, 
the car was awarded the Mysore Cup and 
various medals. The subsequent pub- 
licity enhanced the reputation of 
Rolls-Royce in India and this partic- 
ular car was sold to H. H. Maharaja 
Scindia of Gwalior with its ‘portable 
top’ limousine coachwork by Joseph 
Cockshoot of Manchester. The 
Viceroy, The Earl of Minto, wrote 
to Rolls-Royce in May 1910 praising 
his 1909 Barker landaulette which 
had covered over 7000 miles with- 
out a single breakdown of any kind. 

India at this time was the brightest 
gem in the crown of the British 
Empire. 1911 was to be the pinnacle 
for the splendour of India at a Durbar, 
held in the New Delhi capital, trans- 
ferred from Calcutta. The event was a 
gathering of the Ruling Chiefs and Indian 
Civil Service and military forces to pay 
homage to the King at the proclamation of His 
Majesty as King and Emperor of India. This was 
a triumph of organisation and ceremony held ina vast 
and specially built camp and attended by all the Indian 
Princes with their gorgeous paraphernalia. The management 
of this pageant was largely due to the Viceroy, Lord Hardinge’s 
supervision. It probably surpassed the greatest efforts of the Moguls and 
was one of the finest oriental displays that has ever been seen. 

It must be borne in mind that during this period the motoring 
competition was fierce. Three Wolseley cars were supplied to Lord 
Hardinge. The Daimler Company sent out a fleet of cars for this event. 
H. H. The Jamsaheb of Nawanagar was a great Lanchester enthusiast. 
H. H. The Nizam of Hyderabad, a keen Napier owner, was later to add 
a magnificent Barker ‘Throne car’ mounted on a 1912 Rolls-Royce 
chassis. Even Their Majesties the King and Queen used a Standard 
landaulette during their Royal visit, departing briefly from their 
traditional preference for Dairaler transport. 

The Managing-Director of Rolls-Royce, Claude Johnson, a far 
sighted businessman in the formative years of the Company, saw the 
importance of a Rolls-Royce presence at the Durbar. Eight identical 


open-drive landaulettes were built at £1350 each by five of the leading 
coachbuilding houses, four by Barker and one each by Hooper, Thrupp 
and Maberly, H. J. Mulliner and Arthur Mulliner of Northampton. A 
team of drivers under Len Kirby from Rolls-Royce Ltd., Derby, was 
sent out to India and later established an Indian Repair Depot 
on Mayo Road, Fort, Bombay. 
G. Cecil Gnapp, A.M.I.A.E. was appointed the first 
Rolls-Royce Representative for India in December 
1912. He had become acquainted with the country 
during a visit in 1896. With his trusty little 
chauffeur, Abdul, and the companionship of 
one of the genial engineers in the service of 
H. H. The Maharaja Sir Ganga Singh of 
Bikaner, Gnapp undertook a grand tour 
‘From Delhi to Kashmir on a Rolls- 
Royce.’ The journey was recorded inthe 
‘Indian Industries and Power’, August 
1913. Two 40/50 h.p. ‘Silver Ghost’ 
touring cars were used and they are 
depicted bearing the registration 
numbers 2486 and D130. 
The photographs come from the 
Gnapp albums which I acquired in 
1976. These were a great contribu- 
tion to my research into the ruling 
princes and Rolls-Royce in India, 
and encouraged the search for more 
material on this colourful subject. 
The majority of owners of Rolls- 
Royce and Bentley cars in India were 
the Princely families and wealthy mer- 
chants, with few being sold to English 
buyers. It must be remembered that 
Rolls-Royce Ltd. only supplied the 
chassis, and the coachwork was undertaken 
by numerous coach-builders, Unusual fittings 
for tiger hunting, and elaborate interiors for the 
enclosed bodies gave rise to much publicity for the 
company and an impressive image of thousands of 
these carssent to India was created throughcleveradvertising 
Approximately 700 Rolls-Royce cars were supplied out of a 
pre-war production of 23,000 cars. Although there was a small 
market in India, itcreated significant impact and prestige forthe company. 

The 1920s were the golden years for Rolls-Royce in India, but 
following the general depression of the early 30s the sales of luxury cars 
declined and Rolls-Royce passed their franchise to Allied Motors in 
1931, the year R-R Ltd. took over Bentley Motors. With the decline in 
the fortunes of the ruling princes, many of the cars have been sold or lost 
to the breakers’ yards. Today approximately 100 pre-1940 Rolls-Royce 
cars survive in India, few remaining with their original owners. 

A detailed history of the Rolls-Royce Company during the 1920s 
period is available in the form of a 584 page book ‘The Rolls-Royce 
Twenty’ by John M. Fasal. Obtainable from Burgess & Son (Abingdon) 
Ltd., Station Road, Abingdon, Oxon OX143LE. £36.95p per copy plus 
postage £2. $85.00 plus $8.50 postage (airmail $14.50 ). 

Photographs from the J. M. Fasal collection. 


Lt. Gen. H. H. The Maharaja Sir Bhupindra Singhof Patiala, (1891-1938). 


(Reprinted courtesy of John Fasal and The Connoisseur) 
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Maharaja Sir Bhupindra Singh at the wheel of the 1912 Rolls-Royce. 


HH. The 


‘AColonial Tea Party with Frank Farquharson (left) at Rohtak, 1913. 
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N°’ 5029 A.D. 1911 


Date of Application, 28th Feb., 1911—Accepted, 29th June, 1911 


COMPLETE SPECIFICATION. 


Improvements in Means for Damping the Vibrations of the Crank- 
shafts of Fluid Pressure Engines, 


We, Freperick Henry Royce, of Nightingale Road, Osmaston Road, Derby, 
in the County of Derby, Engineer, and Rotus-Roycer, LimitEp, whose registered 
office is situated in Nightingale load, in the town & county aforesaid, 
Engineers, do hereby declare the nature of this invention, and in what manner 
the same is to be performed, to be particularly described and ascertained in 
and by the following statement :— 


This invention relates to the damping of the vibrations of the crank shafts 
of fluid pressure engines by means of frictionally mounted fly wheels, and 
consists of an improved construction and method of mounting such fly wheels 
on the free ends of the crank-shafts of fluid pressure engines so that said fly 
wheel is driven by friction only whereby the energy of the vibrations which 
are set up at the free ends of said shafts in a rotary direction about their axes 
are absorbed by the friction resulting from the slip between the frictionally 
mounted and fixed parts of the fly wheel so that the amplitude and violence of 
said vibrations are materially reduced. 

In the accompanying drawing which illustrates this invention: — 

Fig.-1 is a view in end elevation, and 

Fig. 2 is a view in longitudinal section. 

In both views similar parts are marked with like letters of reference. 

The auxiliary fly wheel is made in three essential parts, an inner or hub 
part a which 1s adapted to be fixed in the crank-shaft « either directly or 
indirectly as shown through the boss of a gear wheel, and two outer parts a! 
and a? each of which is registered on shoulders b 6 on the hub part @ of the 
wheel. Exterior to the shoulders b b the part a has a flange c of suitable size 
and thickness. The inner faces of the parts a! and a? are shaped and adapted 
to engage the sides of the flange c and are held in frictional engagement with 
said sides of said flange by suitable transversely arranged adjustable spring- 
controlled couplings. Between the engaging faces of the parts a! and a? and 
the flange c are interposed discs e of any material suitable for preventing undue 
wear of said faces. 

A suitable spring-controlled coupling for the parts a! and a® of the fly wheel 
is that shown in the accompanying drawing which consists of a series of studs f 
fixed to the part a) and projecting through holes in the other part a’, of lock 
nuts f' threaded on the free ends of said studs and of springs g interposed 
between said nuts (or loose washers bedding against the undersides of said 
nuts) and the adjacent face of the part u® of the fly wheel. 

In applying this device the springs g are adjusted to such a load as will 
ensure the free parts a! and a? of the fly wheel slipping relatively to the fixed 
part @ and therefore to the crank-shaft as soon as the angular acceleration of 
the crank-shaft about its axis rises above a predetermined limit which is 
not reached by the angular acceleration due to the normal load on said crank- 
shaft but is only reached when the end of the crank-shaft is subject to angular 
vibration about its axis. 


709 


2 N° 5029.—A.D. 1911. 
Damping the Vibrations of the Ciisukeshapts of Fluid Pressure Engines. 


Having now particularly described and ascertained the nature of our said 
invention, and in what manner the same is to be performed, we declare that 
what we claim is: — 


1. Ina fluid pressure engine the combination with the crank-shaft of a radially 
arranged disc fixed thereon, a two-part auxiliary fly wheel mounted on said 5 
disc, and of spring-controlled couplings operating between the two parts of said 
fly wheel, as set forth. 

2. In a device for damping the vibrations of the crank-shafts of fluid pressure 
engines of the type specified in Claim 1, providing for the registration of the 
two parts of the fly wheel with respect to the flange adapted to carry same, as 10 
set forth. 


Dated this 28th day of February, 1911. 
PHILLIPSS, 
Chartered Patent Agents, 


70, Chancery Lane, London, W.C., 15 
Agents for the Applicants. 


Redhill: Printed for His Majesty’s Stationery Office, by Love & Malcomson, Ltd. 
(Wt. 95.—50/3/1920-1 


Fic. I. 
Fic. 2. 


o_o 


Drawing is areproduction of he Original on a reduced scale] 
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Ve thick leather 


Upper: F52080 (Solid end) cfitched at. le" 


Lower: F52081 0-7’Dia. hole 


LEATHER GAITER 
for 20HP front & rear shock damper link ball joints 


DRAWN FULL SIZE 


Courtesy Laurie Stewarts 1924 20HP GF 32 R. Clarke ()7-80 


VAN 


KEEPING IN TOUCH 


by E. P. Leigh-Bennett 


To hear scraps of conversation 
from Rolls-Royce travelling — in- 
spectors (to whom reference was 
made in my last little study) is to 
create an urge to hear much more 
about them and the reasons that 
lie behind their visits to owners of 
the Car all over the country. This 
capital letter “C’’ is my own inven- 
tion: but | have no qualms, 
because a myriad owners will, | 
know, support me in the pre- 
sumption! The thing to do, 
obviously, was to find the man at 
G.H.Q. who controlled this 
unique organisation and make 
him talk. It is, as | have said, no 
easy task to induce a Rolls-Royce 
officer or man to talk about the 
product or the rigid principles that 
support it. They have grown so 
accustomed to the millennium of 
motoring that they tend to lose the 
gift of speech about it. Patient 
verbal digging is therefore neces- 
sary. But this particular man has 
been with the company for a 
quarter of a century; and when he 


drifted almost immediately — into 
reminiscences of ‘‘those early 
days,” | felt | was indeed at a 


fountain head. 

One was of that great sportsman 
and gallant gentleman, Charlie 
Rolls himself; who shared a wagon 
lit to the Riviera with a stranger, in 
1911, | think he said, to whom, 
before the night was out, he had 
sold a Rolls-Royce car by the sheer 
exuberance of his enthusiasm for 
it, the buyer never having seen 
one and having heard but little of 
them. To me this anecdote, and 
the fact that the buyer has been a 
staunch adherent of Rolls-Royce 
cars ever since, was the best testi- 
mony of quality linked to convic- 
tion that | had ever heard. 

In ‘those early days’’ it was felt 
very strongly — as it is today — 
that having got the perfect motor 
car upon the road, it would be 
wrong to lose sight of it. That is 
how it began. You can see in this, 
yet once again, the craftsman 
chafing at the loss of a hand-made 
job: missing it; not really wanting 
it to leave the Works at all! But this 


paternal instinct — and | think that 
in equity one may so describe it — 
grew into something more potent 
and with a wider scope as the 
Rolls-Royce car became _ the 
emblem of grace and efficiency in 
road transport that it is today. 

The desire to keep in touch with 
the cars and their owners about 
the country necessitated a very 
carefully devised system of what 
may be called “inspection and 
report.” To this end the country 
was divided into areas, each under 
the care of an engineer-inspector, 
aided by an_— expert  driver- 
mechanic — trained of course at 
Derby — and provided with a 
Rolls-Royce car with which to 
cover the ground. Very meticu- 
lous, indeed, is the selection of 
these inspectors, who are all 
public school men with the requi- 
site technical knowledge. 

Soon after an owner takes 
delivery of a car, he receives a 
letter expressing the wish of the 
Directors of the Firm that their 
inspector in that area should call 
upon him to ascertain if all is well 
with his purchase. A personal con- 
tact is therefore made, which is 
retained permanently — thereafter. 
The owner has, as it were, a friend 
at court — an influential and help- 


ful friend — who can be got at 
whenever required. 
(Interlude. One fine winter 


morming an engineer-inspector 
was showing a junior inspector 
how things were done, and 
together with the driver-mechanic 
they were on their way to a 
country house in the Shires. The 
low-pitched growl of a motor horn 
disturbed the placid purring along 
the country road. It was a 25 Rolls- 
Royce. Inflexible rule that all Rolls- 
Royce cars must be allowed to 
pass, although they were in a 
Phantom. So it did. And they had a 
fleeting vision of a lady and gentle- 
man in hunting pink going, rather 
late evidently, to the meet. Two of 
the three sighed enviously, for it 
was indeed a hunting morning. A 
few miles further on they beheld 
the 25, static on the side of the 


road with a very flat punctured 
back tyre. Its owners’ hunt that 
day was fading from possibility. 
Whereupon the Phantom stopped 
and from it stepped, not merely 
three friendly motorists, but a trio 
of R-R experts; one of whom took 
the pink pair to the meet while the 
other two did the job on the road- 
side. It was said of them gratefully 
that ‘this was real service’’!) 


This admirable system of in- 
spection works also in the con- 
trary direction. Rolls-Royce cars all 
over the country are doing their 
respective jobs with a sweet 
suavity. But to what abnormal 
stresses and strains are they being 
subjected? What particular con- 
ditions are causing which results? 
What is an owner's real unbiassed 
opinion of his car? What does he 
feel about Rolls-Royce matters in 
general when talking frankly in his 
garden or garage, or across his 
dinner table? What clues may he 
unconsciously drop that will give 
his intent technical listener a lead 
as to some possible future modifi- 
cation or improvement in design? 
Something that will — interest 
Derby. And if something has gone 
wrong or some trait has devel- 
oped, harmless probably, lethal 
possibly, that is not understood by 
owner or chauffeur, how comfor- 
ting for the former to be able to 
“ring up Jack Scot in Edinburgh” 
— or wherever it may be — and ask 
him to run over and have a look at 
things. How satisfactory for Head- 
quarters to know that dotted 
about the country are their own, 
Derby trained, experts whose pre- 
sence in adversity or with conun- 
drums will obviate that hand- 
made, highly proficient product of 
theirs from falling into alien hands 
in some strange, unversed garage, 
where the personal, one-of-the- 
family touch is lacking. Tact, of 
course, is needed. The average 
chauffeur of a Rolls-Royce car, 
himself highly efficient, _is 
extremely proud of the mechan- 
ism and bodywork in his charge, 
which he endeavours to maintain 
in a condition of excellence as 
high, if not a shade higher, than 
the next man’s. Wherefore, and 
very naturally, he does not 
welcome a couple of ‘‘experts’” 
plunging into his garage and 
taking matters ruthlessly out of his 
hands: his amour propre would be 
bruised. But this does not happen. 
Rather is it the unswerving policy 


of an inspector and his mechanic 
to solicit a chauffeur’s opinions 
(who, after all, lives with the car) 
with a view to helping, if possible; 
but to over-ride or to disparage, 
never. 

Intensely interesting to me, if 
somewhat poignant, was _ the 
moment recently when a driver- 
mechanic called, by request, on a 
friend of mine who owned, and 
had enjoyed for some time, ‘‘the 
perfect car.’” He wanted advice 
about decarbonization. His car 
and the visiting mechanic's, both 
Phantoms, stood side by side in 
the garage yard, resplendent, 
sleek, lovely. The mechanic was 
on his way to deliver the very latest 
model to a_ purchaser. It was 
exquisite; and adorned with some 
ultra-modern gadgets, useful and, 
of course, of super-quality, which 
my friend did not possess; it had 
also the synchromesh gear box. 
Followed the psychological study 
of a covetous perambulation and 
exclamatory inspection by one 
man; a watchful, reserved silence 


Kall 


by the other. Should my friend go 
one better, while the going was 
reasonably good, and order one 
like this?...Or should he continue 
with the tested and proven good 
friend a little longer?...The matter 
of money did not enter the prob- 
lem. You could see that his temp- 
tation was terrible. 


Presently he turned to the 


mechanic, seeking an expert 
opinion: who replied with one 
simple, perfectly sincere — sen- 
tence: 


“Well, sir, she’s the last word 
from the Works at Derby, and you 
won't need me to add to that — 
nor anyone else, will you?” 

Which seemed to me, and my 
wavering friend, to crystalize and 
settle the whole question — of 
present-day motoring before the 
world. 


(Reprinted courtesy of the R.R.E.C. 
Bulletin 1935) 


THE WAY WE WERE 


In the summer of 1928 the 
Managing Director of the Larkin 
Aircraft Supply Company  Ltd., 
Captain H.J. Larkin, M.C., D.F.C., 
— completed a very meritorious 
aerial survey expedition of 3,000 
miles across Central Australia. The 
machines were a D.H.50 and an 
A.N.E.C. 6-seater, each of which 
was equipped with a Rolls-Royce 
Eagle engine. 

The primitive natives still hunt 
for a living, and their customs are 
of great interest to the very few 
tourists who have come _ into 
contact with them. The fauna and 
flora are also unusual, and there 
exists here some specimens not to 
be found in any other part of the 
world. 

Even the white natives are a 
distinct type. They enjoy many of 
the native foods such as Wichiti 
grubs, emu and goanna eggs, etc. 
And few of them can see a joke- 
having lost their sense of humour 
entirely in the loneliness. 

(From the Rolls-Royce Bulletin 
1929) 
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